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(57) ABSTRACT

A braking control method according to friction of road
surface includes computing a real-time wheel speed accord-
ing to a signal received from a wheel speed sensor; storing
the real-time wheel speed as a wheel mitial velocity when a
braking event occurs; determining a relative-peak value
according to the real-time wheel speed; estimating a vehicle
deceleration according to the relative-peak value and the
wheel 1nitial velocity; computing an adjustment parameter
according to the vehicle deceleration and a tire slip thresh-
old, wherein the adjustment parameter retlects friction coet-
ficient of road surface; and adjusting time length of an
enhancement stage 1n an enhance-pressure control period of
a stepped pressure-increasing phase according to the adjust-
ment parameter; or adjusting time length of a reduction stage
in a reduce-pressure control period of a stepped pressure-
decreasing phase according to the adjustment parameter.

18 Claims, 11 Drawing Sheets
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BRAKING CONTROL METHOD
ACCORDING TO FRICTION OF ROAD
SURFACLE

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present application relates generally to a braking
control method, and more particularly to a braking control
method according to friction of road surface.

2. Description of Related Art

Vehicle technology has been focused on Advanced Driver
Assistance System (ADAS) for a long time. The purpose of
ADAS 1s to assist the driver 1n driving the vehicle (such as
a car, a truck, a scooter, and so on). ADAS will protect the
driver, the passengers, people on the roads, and road facili-
ties from dangers or damages.

For example, with reference to FIG. 8, a conventional
Electronic Stability Control system (ESC) comprises a con-
trol module 30 and multiple sensors connected to the control
module 30. The multiple sensors will include a wheel speed
sensor 31, an accelerometer 32, a steering angle sensor 33,
and a yaw-rate sensor 34. The control module 30 will be
clectrically connected to the powertrain system 40, the
steering system 41, the braking system 42, and so on for
signal transmission. The control module 30 determines
whether the vehicle enters an unstable state according to the
measurement values received from the sensors. When the
vehicle 1s 1n the unstable state, the control module 30 waill
actively intervene the operation of the vehicle by, for
example, regulating braking force of inner and outer wheels,
restricting traction force, and regulating the braking pressure
of the o1l hydraulic device of the braking system 42 in order
to stabilize the vehicle and avoid losing control of the
vehicle.

For another example, with reference to FIG. 9, a conven-
tional Anti-lock Braking System (ABS) comprises a control
module 50 and a wheel speed sensor 51 electrically con-
nected to the control module 50 for signal transmission. The
control module 50 1s electrically connected to the braking
system 60 of the vehicle for signal transmission to regulate
the hydraulic pressure of the braking system 60. The control
module 50 receives the signal from the speed sensor 51 and
figures the wheel deceleration and the tire slip to decide
whether to actuate the solenoid and regulate the hydraulic
pressure of the braking system, wherein the tire slip 1s a
difference between the vehicle velocity (kilometers per
hour) and wheel speed (kilometers per hour) and will be
represented as:

| vehicle velocity — wheel speed |

x 100(%)

tire slip(%) =
ire slip(%) vehicle velocity

Compared with ESC, ABS only has the wheel speed

sensor 51 and thus has fewer sensors than ESC. The hard-
ware cost of ABS 1s much lower than the hardware cost of
ESC.

The conventional control process of ABS 1s briefly
described as follows. The control module 50 at first deter-
mines whether a braking event, such as when the brake pedal
of the vehicle 1s pressed down, occurs. When the braking
event 1s occurring, the vehicle velocity will slow down while
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2

the control module 50 determines whether the vehicle state
meets an early warning condition. The early warning con-
dition will include that the wheel acceleration 1s lower than
a lower threshold and the tire slip meets an upper threshold.
When the vehicle state meets the early warming condition,
the wheel speed rapidly slows down but the vehicle velocity
does not slow down accordingly as expected, causing that
the wheels will be locked and the vehicle will slip on the
road. On the contrary, when the vehicle state does not meet
the early warning condition, the vehicle 1s still controllable
by the driver, such that the control module 50 does not
intervene the operation of the vehicle.

The following paragraphs describe examples of the con-
ventional control process of ABS. With reference to FIGS.
10A-10C, FIG. 10A 1s a curve diagram of the vehicle
velocity and wheel speed, FIG. 10B 1s a curve diagram of
wheel acceleration, and FIG. 10C 1s a curve diagram of
braking pressure. As shown in FIG. 10C, the brake pedal 1s
pressed down at t,, the control module 50 accordingly
determines the braking event occurs at t, and the braking
pressure gradually increases as time goes on. After t,, as
shown 1 FIG. 10 A, the vehicle velocity and the wheel
speed decrease and the tire slip increases accordingly, and as
shown 1n FIG. 10B, the wheel acceleration decreases. Mean-
while, the control module 50 determines whether the vehicle
state meets the early warning threshold.

When the wheel acceleration 1s lower than the lower
threshold (-a,, ) and the tire slip meets the upper threshold at
t,, the control module 50 determines that the vehicle state
has met the early warning threshold, which means the
wheels will be rapidly locked up and the vehicle will slip on
the road. Then the control module 50 actively itervenes the
operation of the vehicle.

For example, the control process of the control module 50
will enter a pressure retaining state when the control module
50 determines that the wheel acceleration 1s lower than the
lower threshold (-a, ) at t,. Then the control module 50
determines that the tire slip meets the upper threshold at t,
and the control process will enter a pressure decreasing state.
Afterwards, when the control module 50 determines that the
wheel acceleration returns to the lower threshold (-a,;) at t,
due to the foregoing pressure decreasing state, the control
process will enter the pressure retaining state. As a result,
because the pressure retaining state 1s performed corre-
sponding to a lower braking pressure, the wheels rotate
faster and the wheel acceleration gradually rises accord-
ingly.

Along with the increasing wheel acceleration, with ret-
erence to FIG. 10B, when the control module 50 determines
that the wheel acceleration meets a limitation a,,, ., at t,, the
control process enters a pressure increasing state to enhance
the braking pressure. Because the braking pressure 1s
enhanced, the wheel acceleration becomes lower. After-
wards, when the control module 50 determines that the
wheel acceleration 1s lower than the limitation a,,, .. at t., the
control process enters a pressure retaining state. During the
control process of the pressure retaining state, the wheel
acceleration decreases accordingly. When the control mod-
ule 50 determines that the wheel acceleration 1s lower than
the upper threshold (+a,, ) at t., the control process enters a
stepped pressure increasing mode. Hence, the following
control process to increase or decrease the braking pressure
will be deduced from the foregoing descriptions. As shown
in FIG. 10C, 1n the stepped pressure increasing mode after
to, the braking pressure 1s increased step by step. As time
goes on, when the wheel acceleration 1s lower than the lower
threshold (-a, ) at t,, the control process enters a pressure
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decreasing state. As shown 1n FIG. 10C, the stepped pressure
increasing mode includes a pressure increasing state and a
pressure retaining state. The pressure increasing state and
the pressure retaining state form an enhance-pressure control
period with a time length of T, . .

As mentioned above, in other words, with reference to
10C, an intermittent brake mode performed by the control
module 50 includes a pressure-decreasing phase from t, to
t,, a pressure-retaining phase from t, to t,, and a stepped
pressure-increasing phase from t, to t,, wherein the pres-
sure-decreasing phase, the pressure-retaining phase, and
stepped the pressure- increasing phase occur in sequence.
The stepped pressure-increasing phase imcludes one or more
than one enhance-pressure control pertods T, ~ _  1n
sequence to 1increase the braking pressure step by step. Each
enhance-pressure control period T,  _  1ncludes an
enhancement stage and a retention stage after the enhance-
ment stage. The pressure increasing speed (pressure increase
in a unit of time) of the enhancement stage will be a control
parameter preset in the control module 50.

As shown i FIG. 10B, during the stepped pressure-
increasing phase, the wheel acceleration decreases as time
goes on, such that the wheels will still rotate at a certain
speed to maintain the friction against the road surface and
the increase of the tire slip will slow down. When the control
module 50 determines that the vehicle state meets the early
warning threshold at t,, which means the deceleration of the
wheels 1s too fast or the tire slip 1s too large, the process of
the intermittent brake mode will enter a next pressure-
decreasing phase, a next pressure-retaining phase, a next
pressure-increasing phase, and so on, until the control mod-
ule 50 determines that no braking event occurs or another
condition 1s met.

The foregoing paragraphs introduces that the intermaittent
brake mode will include the stepped pressure-increasing,
phase. Besides, the mtermittent brake mode will include a
stepped pressure-decreasing phase. As shown 1n FIGS. 11A
and 11B, 1n another example, after the control module 50
actively intervenes the operation of the vehicle at t, and
performs the intermittent brake mode, the pressure-decreas-
ing phase at first will be the stepped pressure-decreasing
phase including one or more than one reduce-pressure
control pertod T, 1n sequence to decrease the braking
pressure step by step, rather than continuously decrease the
braking pressure as described in the foregoing example.
FIG. 11B shows one reduce-pressure control period T
from t, to t,. Each reduce-pressure control period T,
includes a reduction stage and a retention stage. The pres-
sure decreasing speed (pressure decrease 1 a unit of time)
of the reduction stage will be an adjustable control param-
cter preset in the control module 50. As shown 1n FIG. 11B,
after the stepped pressure-decreasing phase, the pressure-
retaining phase from t; to t, and the stepped pressure-
increasing phase from t, to t; are performed in sequence.

The pressure increasing/decreasing speeds are control
parameters preset i the control module 50, and the time
length of the enhancement stage and the time length of the
reduction stage are constants. As a result, although the
conventional intermittent brake mode performed by ABS
would be helpful in stabilizing the vehicle in emergency
braking, such constants of the enhancement stage and the
reduction stage are not adaptable to different road environ-
ments.

For example, the road environments change with weather
and man-made events. Sunny days result in dry road sur-
faces. Rainy days result in wet road surfaces. Construction
work results in muddy road surfaces. If the enhance-pressure
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e and the reduce-pressure control
are set for the purpose of the friction of dry
Liccrease Wil
have worse performance on wet road surfaces. On the
contrary, if the enhance-pressure control period Increase and
the reduce-pressure control period T, ., are set for the
purpose of the friction of wet road surface, the distance to
stop the vehicle would be longer. Therefore, the conven-
tional braking method of ABS should be improved.

control period T,
perlod Tdecrease
road surface, such control periods T,

IRCcreadse?

SUMMARY OF THE INVENTION

An objective of the present invention 1s to provide a
braking control method according to friction of road surface
to overcome the defect of the conventional method failing to
adaptively brake the vehicle on different road environments.

The braking control method according to friction of road
surface of the present mvention 1s performed by a control
module of an anti-lock braking system connected to a wheel
speed sensor. The control module receives a signal of a
wheel speed from the wheel speed sensor and performs an
intermittent brake mode including a stepped pressure-in-
creasing phase or a stepped pressure-decreasing phase. The
braking control method 1s applied to the stepped pressure-
increasing phase and the stepped pressure-decreasing phase.
The braking control method comprises:

computing a real-time wheel speed according to the signal
received from the wheel speed sensor;

storing the real-time wheel speed as a wheel nitial
velocity when a braking event occurs;

determining a relative-peak value according to the real-
time wheel speed;

estimating a vehicle deceleration according to the rela-
tive-peak value and the wheel 1nitial velocity;

computing an adjustment parameter according to the
vehicle deceleration and a tire slip threshold, wherein the
adjustment parameter reflects a iriction coeflicient of road
surface; and

adjusting a time length of an enhancement stage in an
enhance-pressure control period of the stepped pressure-
increasing phase according to the adjustment parameter; or
adjusting a time length of a reduction stage 1n a reduce-
pressure control period of the stepped pressure-decreasing
phase according to the adjustment parameter.

The present invention utilizes the feature that the vehicle
deceleration has relation with the friction coeflicient of road
surface. For example, in comparison of higher and lower
friction coetlicients of road surface, the wheels of the vehicle
would not be rapidly locked up when the vehicle 1s suddenly
braked on the road with a ligher friction coeflicient, such
that the braking eflect 1s good, the vehicle slows down
accordingly, and the vehicle deceleration 1s higher. On the
contrary, the wheels of the vehicle would be rapidly locked
up when the vehicle 1s suddenly braked on the road with a
lower Iriction coellicient, such that the braking efl

ect 1S
worse, the vehicle fails to slow down accordingly, and the
vehicle deceleration 1s lower.

As mentioned above, the vehicle deceleration has relation
with the friction coelh

icient of road surface. In the present
invention, the adjustment parameters are applied to adjust
the stepped pressure-increasing phase and the stepped pres-
sure-decreasing phase. The adjustment parameters are com-
puted 1n accordance with the vehicle decelerations having
relation with the friction coell

icient of road surface. There-
fore, the braking control method of the present immvention
performs the braking process according to the friction coet-
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ficient and thus adaptively and effectively brakes the vehicle
on different road environments.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 1s a block diagram of an anti-lock braking system
of the present invention;

FIG. 2 1s a flow chart of an embodiment of the present
invention;

FIG. 3A 1s a wavelorm diagram of a real-time wheel
speed of the present mnvention;

FIG. 3B 1s a wavetform diagram of the adjustment param-
cter of the present invention;

FIG. 4A 1s a wavelorm diagram of braking pressure in the
stepped pressure-increasing phase of the present invention;

FIG. 4B 15 a time diagram of the enhance-pressure control
period of the present invention;

FIG. 5A 1s a time diagram of the enhance-pressure control
period of the present invention;

FIG. 5B 1s a time diagram of the enhance-pressure control
period of the present invention;

FIG. 6 A 1s a wavelorm diagram of braking pressure in the
stepped pressure-decreasing phase of the present invention;

FIG. 6B 1s a time diagram of the reduce-pressure control
period of the present invention;

FIG. 7A 1s a time diagram of the reduce-pressure control
period of the present invention;

FIG. 7B 1s a time diagram of the reduce-pressure control
period of the present invention;

FIG. 8 1s a block diagram of an electronic stability control
system (ESC);

FIG. 9 1s a block diagram of an anti-lock braking system
(ABS);

FIG. 10A 1s a wavelorm diagram of vehicle velocity and
wheel speed after a braking event occurs;

FIG. 10B 1s a wavelorm diagram of wheel acceleration
alter a braking event occurs;

FIG. 10C 1s a wavelorm diagram of braking pressure after
a braking event occurs;

FIG. 11A 1s a wavelorm diagram of vehicle velocity and
wheel speed after a braking event occurs; and

FIG. 11B 1s a wavetform diagram of braking pressure after
a braking event occurs.

DETAILED DESCRIPTION OF PR
EMBODIMENT(S)

L1
=y

ERRED

With reference to FIG. 1, an anti-lock braking system
(ABS) essentially comprises a control module 10 and a
wheel speed sensor 11 electrically connected to the control
module 10. The control module 10 1s electrically connected
to a braking system 20 of a vehicle (such as a car, a truck,
a scooter, and so on) for signal transmission. The control
module 10 receives a signal v,,,, of wheel speed from the
wheel speed sensor 11 wherein the signal v, of the wheel
speed 1s a number of revolutions of the wheel per minute
detected by the wheel speed sensor 11. The control module
10 will compute a real-time wheel speed v, _, according to
the signal v, . The real-time wheel speed v, will be
represented as:

Vipm X 278
Viwheel = 60 X

60 x 60 ( kilﬂmeter]
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6

In the above equation, r 1s a radius of the wheel and a unit
of the radius 1s meter (m). The unit of the real-time wheel
speed v, __, 1s kKilometers-per-hour.

In general, after the vehicle 1s started, the control module
10 will record the real-time wheel speed v, __,. With refer-
ence to FIG. 2, at first, the control module 10 determines
whether a braking event occurs or not (STEP S01). When the
barking event occurs, the control module 10 further deter-
mines whether a vehicle state meets a threshold condition or
not (STEP S02). When the vehicle state meets the threshold
condition, the control module 10 actively intervenes the
operation of the vehicle (STEP S03). For example, the
vehicle state will include the real-time wheel speed v, __..
When the real-time wheel speed v, _, 1s decreasing while
the variation of the real-time wheel speed v 1n a unit of time
1s equal to or higher than a threshold as the threshold
condition, which means the revolution speed of the wheel
rapidly slows down, the wheels will be rapidly locked up.
On the contrary, in the STEP S02, when the vehicle state
does not meet the threshold condition, which means the
decrease of the wheel speed 1s acceptable and the vehicle 1s
still controllable by the driver, the control module 10 would
not intervene the operation of the vehicle and the vehicle
will be normally braked. Besides, in the STEP S02, when the
vehicle state does not meet the threshold condition, the
real-time wheel speed v, __, 1s deemed as a vehicle estima-
tion speed (STEP S04) and then the control module 10
returns to the STEP S01.

After the control module 10 actively intervenes the opera-
tion of the vehicle, the control module 10 will perform an
intermittent brake mode. The intermittent brake mode
includes a pressure-decreasing phase, a pressure-retaining
phase, and a pressure-increasing phase, wherein the pres-
sure-decreasing phase, the pressure-retaining phase, and the
pressure-increasing phase occur in sequence. The pressure-
decreasing phase will be a stepped pressure-decreasing
phase. The pressure-increasing phase will be a stepped
pressure-increasing phase. As a result, the intermittent brake
mode will include the stepped pressure-decreasing phase or
the stepped pressure-increasing phase or both.

It 1s to be noted that the intermittent brake mode, condi-
tions to enter the stepped pressure-increasing phase and the
stepped pressure-decreasing phase, and pressure increasing,
speed 1n the stepped pressure-increasing phase and pressure
decreasing speed 1n the stepped pressure-decreasing phase,
performed by ABS are conventional arts, and thus would not
be described 1n detail herein.

In the embodiment of the present invention, the control
module 10 actively intervenes the operation of the vehicle to
adjust a time length of an enhancement stage 1n an enhance-
pressure control period of the stepped pressure-increasing
phase according to friction of road surface, or adjust a time
length of a reduction stage in a reduce-pressure control
period of the stepped pressure-decreasing phase according to
the adjustment parameter. The detailed contents of the
present invention are described in the following paragraphs.

1. Wheel Imitial Velocity

As mentioned above, after the vehicle 1s started, the
control module 10 records the real-time wheel speed v, __..
In the embodiment of the present invention, the control
module 10 stores the real-time wheel speed v, __, as a wheel
initial velocity when a braking event, such as when the brake
pedal of the vehicle 1s pressed down, occurs. With reference
to FIG. 3A, the control module 10 will determine the braking
event at t,, and the real-time wheel speed v_, __; at t, 1s stored
as the wheel 1n1tial velocity v,. In other words, t, 1s the time
that v, occurs.
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2. Relative-Peak Value

During the intermittent brake mode, the real-time wheel
speed v, . varies with time. The control module 10 waill
determine a relative-peak value according to the real-time
wheel speed v, __,. For example, with reference to FIG. 3A,
when the slope of the curve of the real-time wheel speed
V..1..; 18 changed from a positive slope to a negative slope at
t,, the control module 10 determines the real-time wheel
speed v, . at t, as the relative-peak value. Hence, the
control module 10 will determine the relative-peak value
according to a slope change of the curve of the real-time
wheel speed v, __, from a positive slope to a negative slope.
As time goes on, the control module 10 will determine
several relative-peak values v,, v, . . . during the process of
the intermittent brake mode.

3. Estimation of a Vehicle Deceleration

In the embodiment of the present mnvention, the vehicle
deceleration 1s estimated according to the relative-peak
value and the wheel 1mitial velocity v, and will be repre-
sented as:

| vy — Vo |
ﬂ,:.::

Iy —1Ip

In the above equation, a. is the x” vehicle deceleration, v_
is the x” relative-peak value, t_ is the time when v_ occurs,
v, 1s the wheel 1nitial velocity, and t, 1s the time when v,
occurs. With reference to FIG. 3A, when the control module
10 determines the first relative-peak value v, at t;, the
control module 10 will estimate a first vehicle deceleration
a, according to the first relative-peak value v, and the wheel
initial velocity v,. The first vehicle deceleration a, will be
represented as:

v = ol

(1 =
I — 1

Furthermore, based on the first vehicle deceleration a,, the
control module 10 estimates a first vehicle velocity v
that will be represented as:

vehicle,l

Viehicle,1 Yo~ @ X

In the above equation, t 1s an elapsed time after the braking
event occurs.

As time goes on, when the control module 10 determines
the second relative-peak value v, at t,, the control module 10
then estimates a second vehicle deceleration a, according to
the second relative-peak value v, and the wheel nitial
velocity v,. The second vehicle deceleration a, will be
represented as:

|va — vp|
fly =

In — Iy

Furthermore, based on the second vehicle deceleration a,,
the control module 10 estimates a second vehicle velocity
\Y that will be represented as:

vehicle,2
Viehicle 2™ Yo—a2XI

In the above equation, t 1s an elapsed time after the

braking event occurs.
As a result, after the braking event occurs, as time goes
on, the control module 10 will estimate several vehicle
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decelerations according to the relative-peak values and the
wheel mitial velocity (STEP S05). Besides, the vehicle
decelerations and the wheel 1nitial velocity will be used to
estimate the vehicle velocity v, . .. The estimated vehicle
velocity v will be represented as:

vehicle

1% =Vy—axi

vehicle

In the above equation, t 1s an elapsed time after the
braking event occurs.

In the embodiment of the present invention, the vehicle
decelerations and the estimated vehicle velocity are updated
with the variation of the real-time wheel speed v, __..

In order to estimate the vehicle velocity at the time after
to and before t,, with reference to FIG. 3A, 1n the embodi-
ment of the present invention, a preset vehicle deceleration
a,,0s¢: 18 Used. The control module 10 estimates a reterence

vehicle velocity v, after to and before t, according to the
preset vehicle deceleration a_, ., (STEP S03A). The refer-

ence vehicle velocity v, - will be represented as:

vref: Vo— Hpres eXl

In the above equation, t 1s an clapsed time after the
braking event occurs and before t,. Afterwards, the control
module 10 compares the reterence vehicle velocity v, -with
the real-time wheel speed v_, ... When the reference vehicle
velocity v, .1s higher than the real-time wheel speed v, ;...
the reterence vehicle velocity v, .1s deemed as an estimated
vehicle velocity. On the contrary, when the reference vehicle
velocity v, .1s lower than the real-ime wheel speed v the
real-time wheel speed v 1s deemed as the estimated vehicle
velocity (STEP S03B). The preset vehicle deceleration
a,,0sc W1ll be higher than 0 and lower than 1 g, wherein g 1s
equal to 9.8 (meter/second).

4. Adjustment Parameter for Reflecting the Friction Coet-
ficient of Road Surface

In the embodiment of the present invention, after the
control module 10 intervenes the operation of the vehicle,
the control module 10 computes an adjustment parameter
according to a present vehicle deceleration obtained 1n the
STEP S05 and a tire slip threshold (STEP 506). The adjust-

ment parameter will be represented as:

')
1 — ABSout

i

In the above equation, u 1s the adjustment parameter for
reflecting the friction coeflicient of road surface, a 1s the
vehicle deceleration, and ABSout 1s the tire slip threshold.

The tire slip threshold ABSout 1s a constant preset 1n the
control module 10. The value of the tire slip threshold
ABSout 1s higher than 0 and lower than 1, 1.e., 0<ABSout<1.
When the anti-lock braking system determines that an actual
tire slip 1s equal to or higher than the tire slip threshold
ABSout, the anti-lock braking system will control the brak-
ing system 20 to stop a pressure-decreasing mode and start
a pressure-increasing mode, and that would be an inherent
function of the conventional anti-lock braking system. How-
ever, the inherent function will aflect the vehicle decelera-
tion. As a result, the estimated vehicle deceleration will be
lower than an actual vehicle deceleration. In order to over-
come the imconsistency, (1-ABSout) in the present invention
1s a correction factor for the adjustment parameter to meet
the actual condition. In the arts of vehicles, a tire slip
equation will be represented as:

tire slip (%0)=Ivehicle velocity—wheel speedl|/vehicle
velocityx 100(%)
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In comparison of dry road surface and wet road surface,
the dry road surface has a higher friction coeflicient than the
wet road surface. The performance of the wheels rotating on
the dry road surface would be better than that on the wet road
surface. Hence, when the vehicle 1s braked, the vehicle
deceleration of the wheels corresponding to the dry road
surface will be lower than that corresponding to the wet road
surface. In addition, the adjustment parameter 1s computed

according to the vehicle deceleration. Hence, the adjustment
parameter will retlect the friction coethicient of road surface.
In other words, lower adjustment parameter corresponds to
lower vehicle deceleration and lower friction coeflicient of
road surface, and higher adjustment parameter corresponds
to higher vehicle deceleration and higher friction coetlicient
ol road surface.

With reference to FIG. 3B, as time goes on, several
adjustment parameters will be respectively computed
according to different vehicle decelerations. For example, a
first adjustment parameter u, will be computed according to
the first vehicle deceleration a, and represented as:

aj
1 — ABSout

iy =

A second adjustment parameter u, will be computed
according to the second vehicle deceleration a, and repre-
sented as:

%)
1 — ABSout

Ly =

Calculation of the following adjustment parameters will
be deduced from the above descriptions.

5. Control the Braking System Based on the Adjustment
Parameters

With reference to FIGS. 4A and 4B, when the process
performed by the control module 10 enters any one of the
stepped pressure-increasing phases P, .. a present
adjustment parameter has been computed. The stepped pres-
sure-increasing phase P, includes one or more than one
enhance-pressure control period T, . . Each enhance-
pressure control pertod T, __ _ 1ncludes an enhancement
stage 1n a time length T1 and a retaining stage 1n a time
length T2. The retaining stage i1s sequentially after the
enhancement stage. The control module 10 adjusts the time
lengths of the enhancement stage and the retaining stage
according to the present adjustment parameter in the
enhance-pressure control period T, . Hence, the control
module 10 controls the increase of braking state according,
to the adjustment parameters (STEP S07). When the adjust-
ment parameter reflects a higher friction coetlicient of road
surface, the time length T1 of the enhancement stage in the
enhance-pressure control period T, . _ 1s adjusted by the
control module 10 to be longer. On the contrary, when the

adjustment parameter reflects a lower Iriction coell

icient of
road surface, the time length T1 of the enhancement stage in
the enhance-pressure control period T, 1s adjusted by
the control module 10 to be shorter.

For example, in comparison of FIGS. 5A and 5B, when
the adjustment parameter retlects a higher friction coeflicient
of road surface, the time length T1 of the enhancement stage
will be extended as shown in FIG. SA. Because the time
length of each enhance-pressure control period T, 1S

Increase

the same, the time length T2 of the retaiming stage becomes

IHCFease
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shorter accordingly. On the contrary, as shown 1n FIG. 5B,
when the adjustment parameter reflects a lower iriction
coellicient of road surface, the time length T1 of the
enhancement stage will be shortened. Because the time
length of the enhance-pressure control period T, . _ 1s the
same, the time length T2 of the retaining stage becomes
longer accordingly. In FIGS. 5A and 5B, as an example, the
time length of the enhance-pressure control period T, .
will be 20 milliseconds (ms), wherein T1 will be 15 ms and
12 will be 5 ms 1n FIG. SA, and T1 will be 5 ms and T2 will
be 15 ms 1 FIG. 5B.

With reference to FIGS. 6 A and 6B, when the process

performed by the control module 10 enters any one of the
stepped pressure-decreasing phases P, . a present
adjustment parameter has been computed. The stepped pres-
sure-decreasing phase P includes one or more than
one reduce-pressure control period T, . . Each reduce-
pressure control period T ,_ . 1includes a reduction stage in
a time length T3 and a retaining stage 1n a time length T4.
The retaining stage 1s sequentially atter the reduction stage.
The control module 10 adjusts the time lengths of the
reduction stage and the retaining stage according to the
present adjustment parameter 1n the reduce-pressure control
period T . _ . Hence, the control module 10 controls the
decrease of braking state according to the adjustment param-
cters (STEP S07). When the adjustment parameter retlects a
higher friction coellicient of road surface, the time length T3
of the reduction stage in the reduce-pressure control period
T, ... 1s adjusted by the control module 10 to be shorter.
On the contrary, when the adjustment parameter reflects a
lower friction coeflicient of road surface, the time length T3
of the reduction stage in the reduce-pressure control period
T, . . 1s adjusted by the control module 10 to be longer.

For example, 1n comparison of FIGS. 7A and 7B, when
the adjustment parameter retlects a higher friction coetl

icient
of road surface, the time length T4 of the retaining stage will
be extended and the time length T3 of the reduction stage 1s
accordingly shortened as shown 1n FIG. 7A. On the contrary,
as shown 1n FIG. 7B, when the adjustment parameter reflects
a lower Iriction coetlicient of road surface, the time length
T3 of the reduction stage will be extended and the time
length T4 of the retaiming stage 1s accordingly shortened. In
FIGS. 7A and 7B, as an example, the time length of the
reduce-pressure control period T, will be 20 millisec-
onds (ms), wherein T3 1 FIG. 7TA will be 5 ms and T3 1n
FIG. 7B will be 15 ms.

In conclusion, the braking control method of the present
invention brakes the vehicle according to the adjustment
parameters. Because the adjustment parameters retflect the
tfriction coeflicient of road surface, the present invention will
adaptively adjust the time length of the enhancement stage
in the enhance-pressure control periods T, . . or adap-
tively adjust the time length of the reduction stage on the
reduce-pressure control periods T, 1n different condi-
tions of road surfaces. Hence, the wheels ol the vehicle
avoid being rapidly locked up and retain rotation 1n a certain
speed to maintain the friction against the road surface.

Even though numerous characteristics and advantages of
the present invention have been set forth in the foregoing
description, together with details of the structure and func-
tion of the invention, the disclosure 1s illustrative only, and
changes will be made 1n detail, especially 1n matters of
shape, size, and arrangement of parts within the principles of
the invention to the full extent indicated by the broad general
meaning of the terms 1 which the appended claims are

expressed.
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What 1s claimed 1s:

1. A braking control method according to friction of road
surface, performed by a control module of an anti-lock
braking system connected to a wheel speed sensor, wherein
the control module receives a signal of a wheel speed from
the wheel speed sensor and performs an intermittent brake
mode 1ncluding a stepped pressure-increasing phase or a
stepped pressure-decreasing phase, and the braking control
method 1s applied to the stepped pressure-increasing phase
and the stepped pressure-decreasing phase; the braking
control method comprising: computing a real-time wheel
speed according to the signal received from the wheel speed
sensor; storing the real-time wheel speed as a wheel 1nitial
velocity when a braking event occurs; determining a rela-
tive-peak value according to the real-time wheel speed;
estimating a vehicle deceleration according to the relative-
peak value and the wheel initial velocity; computing an
adjustment parameter according to the vehicle deceleration
and a tire slip threshold, wherein the adjustment parameter
reflects a friction coeflicient of road surface; adjusting a time
length of an enhancement stage in an enhance-pressure
control period of the stepped pressure-increasing phase
according to the adjustment parameter; or adjusting a time
length of a reduction stage in a reduce-pressure control
period of the stepped pressure-decreasing phase according to
the adjustment parameter; and controlling an increase or a
decrease of a braking state according to the adjustment
parameter.

2. The braking control method as claimed in claim 1,
wherein

the time length of the enhancement stage becomes longer

when the friction coellicient of road surface becomes
higher; and

the time length of the enhancement stage becomes shorter

when the friction coeflicient of road surface becomes
lower.

3. The braking control method as claimed 1n claim 2,
wherein

the time length of the reduction stage becomes shorter

when the friction coeflicient of road surface becomes
higher; and

the time length of the reduction stage becomes longer

when the friction coeflicient of road surface becomes
lower.

4. The braking control method as claimed 1n claim 3,
wherein

the stepped pressure-increasing phase includes multiple

said enhance-pressure control periods 1n sequence and
of the same time length, and each one of the enhance-
pressure control periods has the enhancement stage
adjustable by the adjustment parameter and a retaining
stage after the enhancement stage; and

the stepped pressure-decreasing phase mncludes multiple

said reduce-pressure control periods 1n sequence and of
the same time length, and each one of the reduce-
pressure control periods has the reduction stage adjust-
able by the adjustment parameter and a retaining stage
aiter the reduction stage.

5. The braking control method as claimed 1n claim 4,
wherein the adjustment parameter 1s represented as:

')
1 —ABSout

i
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wherein u 1s the adjustment parameter for reflecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold

higher than O and lower than 1.
6. The braking control method as claimed in claim 4,
wherein the vehicle deceleration 1s represented as:

|Vx_"’}0|
ay =

I, — I

wherein a_ is the x” vehicle deceleration, v, is the x™

relative-peak value, t_ 1s the time when v_ occurs, v, 1s
the wheel 1nitial velocity, and t, 1s the time when v,

OCCUrS.
7. The braking control method as claimed in claim 4,

wherein the wheel 1nitial velocity 1s represented as:

Vipm X 2]_[ F o 60 %60 /¢ kilometer
Vivheel = a0 X

1000

hour

wheren v,,,..; 1s the real-time wheel speed, v, 1s a
number of revolutions of the wheel per minute detected
by the wheel speed sensor, and r 1s a radius of the wheel
and a unit of the radius 1s meter.

8. The braking control method as claimed in claim 4,
wherein the control module determines the relative-peak
value according to a slope change of curve of the real-time
wheel speed from a positive slope to a negative slope.

9. The braking control method as claimed in claim 3,
wherein the adjustment parameter i1s represented as:

')
1 - ABSout

i

wherein u 1s the adjustment parameter for reflecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold
higher than 0 and lower than 1.
10. The braking control method as claimed in claim 2,
wherein the adjustment parameter i1s represented as:

il
1 - ABSout

i

wherein u 1s the adjustment parameter for retlecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold
higher than O and lower than 1.
11. The braking control method as claimed 1n claim 1,
wherein
the time length of the reduction stage becomes shorter
when the Iriction coellicient of road surface becomes
higher; and
the time length of the reduction stage becomes longer
when the Iriction coellicient of road surface becomes
lower.
12. The braking control method as claimed 1n claim 11,
wherein
the stepped pressure-increasing phase includes multiple
said enhance-pressure control periods 1n sequence and
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of the same time length, and each one of the enhance-
pressure control periods has the enhancement stage
adjustable by the adjustment parameter and a retaining
stage after the enhancement stage;

the stepped pressure-decreasing phase includes multiple °
said reduce-pressure control periods 1n sequence and of
the same time length, and each one of the reduce-
pressure control periods has the reduction stage adjust-
able by the adjustment parameter and a retaining stage

after the reduction stage. 10

13. The braking control method as claimed 1n claim 12,
wherein the adjustment parameter 1s represented as:

4 15

A
1 — ABSour

wherein u 1s the adjustment parameter for reflecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold

higher than O and lower than 1.

20

14. The braking control method as claimed 1n claim 12,

wherein the vehicle deceleration 1s represented as:
25

|VI_VD|
a, =

Iy—1Ip

30

wherein a_ is the x” vehicle deceleration, v, is the x”

relative-peak value, t, 1s the time when v_ occurs, v, 1s
the wheel initial velocity, and t, 1s the time when v,
OCCUTrS.

15. The braking control method as claimed in claim 12, 3>

wherein the wheel 1nitial velocity 1s represented as:

14

Vipm X 2]_[ ¥
Viwheel = 60 X

1000

60 x 60 (kﬂﬂmeter]
hour

wheremn v, . 1s the real-time wheel speed, v, 1s a
number of revolutions of the wheel per minute detected
by the wheel speed sensor, and r 1s a radius of the wheel
and a unit of the radius 1s meter.

16. The braking control method as claimed in claim 12,
wherein the control module determines the relative-peak
value according to a slope change of curve of the real-time
wheel speed from a positive slope to a negative slope.

17. The braking control method as claimed 1n claim 11,
wherein the adjustment parameter i1s represented as:

o

A
1 — ABSout

wherein u 1s the adjustment parameter for retlecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold
higher than O and lower than 1.
18. The braking control method as claimed in claim 1,
wherein the adjustment parameter i1s represented as:

')
1 - ABSout

i

wherein u 1s the adjustment parameter for retlecting the
friction coeflicient of road surface, a 1s the vehicle
deceleration, and ABSout 1s the tire slip threshold
higher than O and lower than 1.

¥ ¥ H ¥ H



	Front Page
	Drawings
	Specification
	Claims

